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Chapter 8 
Motor Ve hides 

This chapter summarizes needs for the motor vehicle system for both the existing and future conditions 
in the City of Beaverton. This chapter also outlines the criteria to be used in evaluating needs, provides 
a number of strategies for implementing automobile and truck plans and recommends automobile and 
truck plans for the City of Beaverton. The needs, criteria and strategies were identified in working with 
the City's Traffic Commission, the public and Technical Advisory Committee. The Traffic Commission 
and public explored automobile and truck needs in the City of Beaverton and provided input about how 
they would like to see the transportation system in their city develop. The Motor Vehicle modal plan is 
intended to be consistent with other jurisdictional plans including Metro's Draft Regional Transportation 
Plan (RP) ,  Washington County's Transportation Plan (Comprehensive Plan Volume Xi?l and Drafr 
Bikeway Plan, and ODOTs Oregon Transportation Plan (OTP). 

The motor vehicle element of the TSP involves several elements as shown in Figure 8-1. This chapter is 
separated into the following ten sections: 

0 

0 

Criteria 
Functional Classification (including summary of cross sections and local street 
connectivity) 
Circulation and Capacity Needs 
Safety 
Maintenance 
Neighborhood Traffic Management 
Parking 
Access Management 
Transportation System Managemenantelligent Transportation Systems 
Truck Routes 

t 
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Figure 8-1 
VEHICULAR ELEMENTS OF THE STREET PLAN 
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CRITERIA 

Beaverton's Traffic Commission, the public and Technical Advisory Committee created a set of goals 
and policies to guide transportation system development in Beaverton (see Chapter 2). Many of these 
goals and policies pertain specifically to motor vehicles. These goals and policies are the criteria that all 
motor vehicle improvements or changes in Beaverton should be measured against to determine if they 
conform to the intended direction of the City. The most significant of these criteria is the level of 
service requirements outlined in Goal 4 Policy 3. These are used to determine adequacy of motor 
vehicle facilities. 

Goal 1 ,  Policv 1:  
transportation facilities. 

Maintain the livability of Beaverton through proper location and design of 

Goal 1, Policy 2: Include noise attenuation in the design (including redesign and reconstruction) of 
arterial streets immediately adjacent to residential development. 

Goal 1, Policy 5: Protect neighborhoods from excessive through traffic and travel speeds while 
providing reasonable access to and from residential areas. Build local, neighborhood and collector 
streets to minimize speeding. 

Goal 1, Policv 6:  Require new commercial development to identify traffic plans for residential streets 
where increased cut-through traffic may occur. 

Goal 2, Policy 1: Develop and implement public street standards that recognize the multi-purpose 
nature of the street right-of-way for utility, pedestrian, bicycle, transit, truck, and auto use and 
recognize these streets as important to community identity as well as providing a needed service. 

Goal 2, Policy 2: Provide connectivity to each area of the City for convenient multi-modal access. 

Goal 3, Policv 1 : Improve traffic safety through a comprehensive program of engineering, education 
and enforcement. 

Goal 3, Policy 2: Design streets to serve their anticipated function and intended uses as determined 
by the comprehensive plan. 

Goal 3, Policv 3: Enhance safety by prioritizing and mitigating high accident locations within the 
City. 

Goal 3, Policy 4: Establish rights-of-way at the time of site development and officially secure them 
by either an easement or dedication of property. 

Goal 3. Policv 5: Designate routes to schools for each school and any new residential project. 

. .. 
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Goal 3 ,  Policy 7: Provide satisfactory levels of maintenance to the transportation system in order to 
preserve user safety, facility aesthetics and the credibility of the system as a whole. Preservation, 
maintenance and operation requirements should be the first priority of transportation funds. 

Goal 3, Policy 8: Maintain access management standards for arterial and collector roadways 
consistent with City, County and State requirements to reduce conflicts between vehicles and trucks, 
as well as conflicts between vehicles and pedestrians. 

Goal 4, Policy 2: Limit the provision of parking to meet regional and state standards. 

Goal 4, Policy 3.: Maintain level of service consistent with regional goals. Reduce traffic congestion 
and enhance traffic flow through such measures as intersection improvements, intelligent 
transportation systems and signal synchronization. 

Goal 4, Policy 4: Plan land uses to increase opportunities for multi-purpose trips (trip chaining). 

Goal 4, Policy 5: 
facilities including identification of potential impacts. 

Require land use approval for proposals for new or improved transportation 

Goal 5 ,  Policy 1 : Construct transportation facilities to meet the requirements of the Americans with 
Disabilities Act. 

Goal 5. Policy 2: Develop neighborhood and local connections to provide adequate circulation in and 
out of the neighborhoods. 

Goal 6 ,  Policy 1: Designated arterial routes and fieeway access areas in Beaverton are essential for 
efficient movement of goods; design these facilities and adjacent land uses to reflect the needs of 
goods movement. 

FUNCTIONAL CLASS1 FI CAT1 ON 

Roadways have two functions, to provide mobility and to provide access. From a design perspective, 
these functions can be incompatible since high or continuous speeds are desirable for mobility, while 
low speeds are more desirable for land access. Arterials emphasize a high level of mobility for through 
movement; local facilities emphasize the land access function; and collectors offer a balance of both 
hnctions (Figure 8-2). 

Functional classification has commonly been mistaken as a determinate for traffic volume, road size, 
urban design, land use and various other features which collectively are the elements of a roadway, but 
not its function. For example, the traffic on a roadway can be more directly related to land uses and 
because a roadway carries a lot or a little traffic does not necessarily determine its function. The traffic 
volume, design (including access standards) and size of the roadway are outcomes of function, but do 
not define function. 
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Comp/efd 
access 
control 

City of Beaverton 
Transportation System Plan 

I 

%%$I Increasing proportiun of tbroigb 
fraff ic traffic. Increasing speed. froffic 

MOVEMENT FUNCTION 

Figure 8-2 
STREET FUNCTION RELATIONSHIP 

Source: University of California, 
'Fundamentals of Traffic Engineering' 
Wolfgang S. Homburger and 
James H. Kell 
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Function can be best defined by connectivity. Without connectivity, neither mobility nor access can be 
served. Roadways that provide the greatest reach of connectivity are the highest level facilities. 
Arterials can be defined by regional level connectivity. These routes go beyond the city limits in 
providing connectivity and can be defined into two groups: principal arterials (typically state routes) and 
arterials. The movement of persons, goods and services depends on an efficient arterial system. 
Collectors can be defined by citywide or district wide connectivity. These routes span large areas of the 
city but typically do not extend significantly into adjacent jurisdictions. They are important to city 
circulation. The past text books on fhctional classification then define all other routes as local streets, 
providing the highest level .of access to adjoining land uses. These routes do not connect at any 
significant level. 

Recent work in the area of neighborhoods and their specific street needs provides a fourth level of 
functional classification - neighborhood route. In many past plans, agencies defined a minor coIlector or 
a neighborhood collector, however, use of the term collector is not appropriate. Collectors provide 
citywide or large district connectivity and circulation. There is a level between collector and local 
streets that is unique due to its level of connectivity. Local streets can be cul-de-sacs or short streets that 
do not connect to anything.1 Neighborhood routes are commonly used by residents to circulate out of 
their neighborhood. They have connections within the neighborhood and between neighborhoods. These 
routes have neighborhood connectivity, but do not serve as citywide streets. They have been the most 
sensitive routes to through, speeding traffic due to their residential frontage. Because of their limited 
level of connectivity they can commonly be used as cut-through routes in lieu of congested or less direct 
arterialdcollectors which are not performing adequately. Cut-through traffic has the highest propensity 
to speed, creating negative impacts on these neighborhood routes. By designating these routes, a more 
systematic, citywide program of neighborhood traffic management can be undertaken to protect these 
sensitive routes. 

In the past, traffic volume and roadway size were linked to functional classification. More recently, 
urban design and land use have also been tied to functional class. Discussions of neo-traditional 
street grids that eliminate the need for functional class adds another commentary. This tends to 
become confusing, complicating an essential transportation planning exercise. The pianning effort to 
identify connectivity of routes in Beaverton is essential to preserve and protect future mobility and 
access, by all modes of travel. In Beaverton, it is not possible to have citywide neo-traditional layout. 
Past land use decisions, topography and environmental features preclude this2. Without defining the 

varying levels of connectivity now in the TSP, the future impact of the adopted Comprehensive Plan 
land uses will result in degraded ability to move goods and people (existing and new) in Beaverton, 
with an outcome of intolerable delays and order of magnitude greater costs to address solutions later 

1 Or in the case of neo-traditional grid systems, extensive redundancy in facilities results in local status to streets that 
have greater than local connectivity. 

While subdivisions or areas of neo-traditional development exist and are possible (even desirable), on the whole, the 
concept cannot be generically applied to the city in lieu of functional classification. 
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than sooner. By planning an effective functional classification of Beaverton street$, the City can 
manage public facilities pragmatically and cost effectively. 

These classifications do not mean that because a route is an arterial it is large and has lots of traffic. 
Nor do the definitions dictate that a local street should only be small with little traffic. Identification 
of connectivity does not dictate land use or demand for the facilities. The demand for streets is 
directly related to the !and use. The highest level connected streets have the greatest potential for 
higher traffic volumes, but do not have to have high volumes as an outcome, depending upon land 
uses in the area. Typically, a significant reason for high traffic volumes on surface streets at any 
point can be related to the leveI of land use intensity within a mile or two. Many arterials with the 
highest level of connectivity have only 33 to 67 percent “through traffic”. Without the connectivity 
provided by arterials and colIectors, the impact of traffic intruding into neighborhoods and local 
streets goes up substantially. 

If land use is a primary determinate of traffic volumes on streets, then how is it established? In 
Oregon, land use planning laws require the designation of land uses in the Comprehensive Plan. 
Beaverton’s Comprehensive Plan land uses have been designated for over two decades. These land 
use designations are very important not only to the City for planning purposes, but to the people that 
own land in Beaverton. The adopted land uses in Beaverton have been used in this study, working 
with the Metro regional forecasts for growth in the region for the next 20 years. A regional effort, 
coordinated by Metro and local agencies, has been undertaken to allocate the determined overall land 
use in the most beneficial manner for transportation. Without this alIocatian, greater transportation 
impacts would occur (wider and more roads than identified in this plan). As discussed in Chapter 11, 
if the outcome of this TSP is either too many streets or solutions that are viewed to be too expensive, 
it is possible to reconsider the core assumptions regarding Beaverton’s livability - its adopted land 
uses or its service standards related to congestion. The charge of this TSP (as mandated by State law) 
is to develop the set of multi-modal transportation improvements to support the Comprehensive Plan 
land uses. Key to this planning task is the functional classification of streets. 

Functional Classification Defmitions 

The proposed functional classification of streets in Beaverton is represented by Figure 8-3. Any street 
not designated as either an arterial, collector or neighborhood route is considered a local street. 

Principal Arterials are typically freeways and state highways that provide the highest level of 
connectivity. These highways generally span several jurisdictions and many times have statewide 
importance (as defined in the ODOT Level of Importance categorization).4 

3 Including definition of which routes connect through Beaverton, within Beaverton and which routes serve 

4 Oregon Highwqy Plan, ODOT, 199 I ,  Appendix A. 

neighborhood and local level in the city. 
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Arterial streets serve to interconnect and support the principal arterial highway system. These streets 
link major commercial, residential, industrial and institutional areas. Arterial streets are typically spaced 
about one mile apart to assure accessibility and reduce the incidence of traffic using collectors or local 
streets in lieu of a well placed arterial street. Many of these routes connect to cities surrounding 
Beaverton. 

Collector streets provide both access and circulation within residential and commerciaVindustria1 areas. 
Collectors differ from arterials in that they provide more of a citywide circulation function, do not 
require as extensive control of access and penetrate residential neighborhoods, distributing trips from the 
neighborhood and local street system. 

Neighborhood routes are usually long relative to local streets and provide connectivity to collectors or 
arteriaIs. Because neighborhood routes have greater connectivity, they generally have more traffic than 
local streets and are used by residents in the area to get out of the neighborhood, but do not serve 
citywidehge area circulation. Traffic from cul-de-sacs and other local streets may drain onto 
neighborhood routes to gain access to collectors or arterials. Because traffic needs are greater than a 
local street, certain measures should be considered to retain the neighborhood character and livability of 
these routes. Measures such as neighborhood traffic management are often appropriate (including 
devices such as speed humps, traffic circles and other devices - refer to later section in this chapter). 
However, it should not be construed that neighborhood routes automatically get speed humps. While 
these routes have special needs, neighborhood traffic management is only one measure, not the only 
measure. 

Local Streets have the sole function of providing access to immediate adjacent land. Service to 
“through traffic movement” on local streets is deliberately discouraged by design. 

Functional Classification Changes 

The proposed functional classification differs from the existing approved functional classification. 
Neighborhood routes were not defined in the existing functional classification. The prior system added 
major and minor classifications to arterials and colIectors. These designations are removed since they 
define more of the design and demand (which are outcomes of function and land use) of a route, but not 
its function. The proposed functional classification was developed following detailed review of 
Beaverton’s, Washington County’s and Metro’s current proposal for functional classification. Table 8- 
1 summarizes the major differences between the proposed functional classification and the existing 
designations in Beaverton. This table also outlines the streets which were previously designated 
collectors that are now identified as neighborhood routes. 

Criteria for Determining Changes to Functional Classification 
The criteria used to assess connectivity has two components: the extent of connectivity (as defined 
above) and the frequency of the facility type. Maps can be used to determine regional, city/district and 
neighborhood connections. The frequency or need for facilities of certain classifications is not routine or 
easy to package into a single criteria. While planning textbooks call for arterial spacing of a mile, 
collector spacing of a quarter to a half mile, and neighborhood connections at an eighth to a sixteenth of 
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Table 8-1 
Proposed Changes to Existing Roadway Classification 

Roadway 

Walker Road (Murray to Canyon) 

170Ih Avenue 

1 73rd Avenue (north of Walker) 
I 75Ih AveIReusser (south of Rinert) 

Roadway Classification According to Jurisdiction 
City of Beaverton' Washington County6 Proposed TSP Functional 

Classification 
Major Collector Study area (Murray to 2 17) Arterial 

Minor Arterial(Hart-Bany to Merlo) Minor Arterial (Rigert to Bseline) Arterial 

MGjor Collector" ' Major Collector ' Arterial 
Arterial Maior Collector Maior Collector 

Major Collector (east of 2 17) 

Major Collector (south of Bany & north of Merlo) 

- ,  

Davis Road/Oak Street 

Nora-Beard Road (west of Murray) 
Murray Boulevard (south of Old 

11 Scholls Ferry) 

Arterial 

Major Collector Major Collector Arterial 
Maior Collector Collector Arterial 

Major Collector ( 1  70th to Murray) 
Minor Collector (west of 170Ih Ave) 

Major Collector ( 170'h to Murray) 
Minor Collector (west of 170th) 

_ ,  

1 53rd Drive 
Millikan Way 
Denney Road 
Nimbus Avenue 
14 1 I' Avenue (Allen to Farmington) 

r Minor Arterial Minor Arterial Collector 
Minor Arterial Minor Arterial Collector 
Minor Arterial Minor Arterial Collector 

Collector Minor Arterial Minor Arterial 
Minor Collector Collector Minor Collector 

5 City of Beaverton Functional Classijication Plan, Street Standard Map, adopted November 28, 1988. 

6 Washington County Transportation Plan Comprehensive Plan Volume XY, October 1988. 
j,' 
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Main Avenue 
Maverick Terrace 
Mayfield 
Old Scholls at Elm 
RMl30th 
Shaw 
TdOtterA3 6WCottontail 
TurquoiseEmerald 
Village Lane 
Wierll3Oth 
WiIshirefGardenview 
Wilson sfo Hart 

~ 

Table 8-1 (Continued) 
Proposed Changes to Existing Roadway Classification 

Changes from Collector des 
2nd Street 
22nd/Whistling 
78th Avenue 
87th Avenue 
9 1 st Avenue 
96th Avenue 
107th Avenue 
149th Avenue W o  OR10) 
1 ~~th /P ioneer /~eadow 
15 1 st Avenue 
152nd Avenue 
155th - Weir-160th 
16WGalena 
165th Avenue 
173rd (slo Shadv Fir) 

i; ynation to Neighborhood Route 
Alger 
Be1 Aire/Hillcrest/Anne 

~~ 

Berkshire 
Blantodl56th 
Canvon Lane 

~~ 

CresrnoodCli fford 
Davies e/o 135th 
Ecole 
ElmPinehurst 
Furlong/Devonshire/Foothill 
Huntington 
Hvland WavNallev Avenue s 

King 
Lmda/Todd/Devonwood 

a mile, this does not form the only basis for defining functional classification. Changes in land use, 
environmental issues or barriers, topographic constraints, and demand for facilities can change the 
frequency ,for routes of certain functional classifications- While spacing standards can be a guide, they 
must consider other features and potential long term uses in the area (some areas would not experience 
significant changes in demand, where others will). Linkages to regional centers, town centers and 
station areas are another consideration for addressing frequency of routs of certain functional class. For 
example, connectivity to these areas are important, where as linkages that do not connect any of these 
areas could be classified as lower levels in the functional cIassification. 

Characteristics of Streets for each Functional Classification 

The design characteristics of streets in Beaverton were developed to meet the function and demand for 
each facility type. Because the actual design of roadway can vary from segment to segment due to 
adjacent land uses and demands, the objective was to define a system that allows standardization of key 
characteristics to provide consistency, but also to provide criteria for application that provides some 
flexibility, while meeting standards. Figures 8-4 to 8-7 depict sample street cross-sections and design 
criteria for arterials, collectors, neighborhood routes and local streets. Table 8-2 provides a summary of 
the key street characteristics and how they can be applied on a case by case basis. While these are not 
entirely consistent with the Metro urban design designations of streets, they provide the best match for 
the specific needs of Beaverton. 
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(minimum widfhs) 

Bicycle Lanes: 
(minimurn widthsJ 

Sidewalks: (minimum width) 

Landscape Strips: 

City 
Transpo rta ti0 n 

Bus Roufe = 72 I?. 
11 ft. (12 A. Preferred) 

New Consfrucfion = 6 it. 
Reconsfmction = 5 to 6 ff. 
6-8 R Consider Curb 
Extensions on f e d  Routes 
Preferred 

of Beaverton 
System Plan 

Neighborhood Traffic 
Management: 

Only under special conditions 
where route extends 1 to 2 miles 
or more through residential frontage - 

6 , 6 , 6 E l k t ,  12' , 12' , 6 6 1 k e , 6 '  , 6' 

I R/W 6 0  I 
2 fane 60'W 

ps 6' , S 5 ' , 6 B i ~ e ,  12' , 1 2  

I Nw 9 0  
5 * Lane 98' RIW 

I 

List  
- 125th Avenue 
- 158thhfedo - JenkinsA3aseline 
- 170th / l73M 75th 
- Murray Boulevard 

, - Cedar Hills Boulevard - Allen/Davies/Oak 
- HallMfatson - Greenway/Bmckman/ 
- Wesfern Avenue BeardNora 
- Comell Road 

Notes: 
1. Space between curb and median minimum 19' w'th mountable 

curb design (to be coordinated with NFR). 
2. Selection ofplacement of sidewalk and planter specific to 

application., Cross sections show choices for reference. 
3. Wdth of curb is included in sidewalk orplanter strip width when 

adjacent to street. 
4. Samples show the desirable applicationsgiven number oflanes 

plus minimum standards can be applied case by case. 
5. Actua1,width of street and sidewalk area can be adjusted within 

R M  based on modal priorities and adjacent land use. 
6. Typicafly 6" is provided from W l i n e  to edge of concrete surface 

(for maintenance/util;fies). 

* Note tha5 where appropriate, the medianAane maynot be provided 

- Walker Road 

- Canyow7V Highway 
- FarmingtodBH Highway 

- Scholls Feny Road 

resulting in 2, 4 and 6 lane cross sections. The removal of the center 
tum lane must consider both safety andpedestrian needs. 

Crif eria 
I Vehicle Lane widths: 11 Tmck Route = 12 it. 1 

I Medians: I 5/7 Lane =Required II 3 Lane Opfional 

Figure 8-4 
ARTERIAL 

SAMPLE STREET CROSS SECTIONS 
t c  3 
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Medians: 

Neighborhood Traffic 
Management: 

List 
- Baseline Road 
- Jay Street 
- Downing Street 
- Butner Road 
-Parkway 
- MariowRoxbuty 
- 5th/6th Street 
- 117th Avenue 
- 141st Avenue 

3-lane = Optional 

~ Underspecial conditions 

City of Beaverton 
Transpotfation System Plan 

07' 6 , 5 5 '  , b ' p i k e ,  12' ,Turnlane* 1 2  , 4 b k  , 5 5' , 6 9-F' 
1 

I R/w 74' I 

3 -k Lane 74' W 

- 153rd Drive 
- 155th Avenue 
- 160tb Avenue - Broadway 

- Kinnaman Street 
-Division Street - BanyMamenney 
- Erickson Avenue/l30th 
- Hocken Avenue 
- Center/Cabot/llOth - Rigert Road 

- Henry Street 
- Lombard Avenue 

- Jamieson Road 

- Mlson Avenue 
- Sonento Avenue 

- Millikan Way - Griftith DrivdII4fh 

Notes: 
1. Space behveen curb and median minimum 19' with mountable 

curb design (to be coordinated with WFR). 
2. , Selection of placement of sidewalk and planter specific to 

applicafion. Cmss sections show two choices for reference. 
3. Wdth of curb is included in sidewalk orplanfer strip widfh when 

adjacent to street 
4. Samples show the desirable applications given number of lanes 

plus minimum standards can be applied case by case. 
5, Actual width .of street and sidewalk area can be adjusted within 

W b a s e d  on modalpriorities and adjacent land use. 
6. Typically 6" is provided from RIWline to edge of concrete surface 

(for maintenance/utilities). 
7. Encourage use of curb ejrtensions at intersections in cornmecia1 

areas and on any pedestrian routes. 

- Sexton Mountain Drive 
- Davies Road 
- Nimbus Avenue 
- Teal Boulevard 
- Scholis Ferry Road 
- Weir Road 
- Cascade Avenue 
- Conesfoga Drive 
-Downing Drive 
- HaystacW135th 

Criteria 
I Vehicle Lane Wdfhs :  (inhimum) 11 f I ft Preferred 

Residential 6 to 8 I?. II Commercial 
I On Street Parking: 

Bicycle Lanes: I (minimum widths) 
New Construction = 6 R 
Reconstruction = 5 to 6 ft. 

I Sidewalks: (minimum width) It 5fo 7 ff. 
I Landscape Strips: 11 Preferred 

8. For constrained settings, a three lane cross section can be developed 
in 44 feef (5 ff. bike lanes, 11 fl. travel lane. 12 A. turn lanelmedian) 

Figure 8-5 
COLLECTOR 

SAMPLE STREET CROSS SECTIONS 
* Note fhat, where appropriate, the mediadane may not be provided 

resulting in 2, 4 and 6 lane m s s  sections. The removal of the center 
turn lane must consider both safety and pedestrian needs. 

J 

2 
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Vehicle Lane Widths: (minimum widths) 
On-Street Parking 

Curb Extensions for Pedestrians: 
Sidewalks: (minimum width) 

Landscape Strips: 
Neighborhood Traffic Management: 

y ' 5 ,  ; 5  5'; fq 28' - 5 5' 5' 0 5' 

I R I u J  50' I 

No Parking on One Side 

I 0  R 
6 to 8 8. 
Consider on Pedestrian Roufes 
5 ft. 
Preferred 

Appropriate when Warranted 

City of Beaverton 
Transporfafion System Plan 

3', 6 , - 6 3' 

I ww 5 0  I 

With Parking 

7' 6' , 5 5' ,6'Bik:., 12' , 12' , 6  Eikc, 5 S' I 6 q-7 
I I 

R/W 6 0  

With Bike Lanes 

Notes: 
1. Space between curb and median minimum 19'wilh mountable 

curb design (to be coordinated with TVFR). 

2. Selection ofplacement of sidewalk andplanter specific to 
application. Cross secfions show two choices for reference. 

3. Width of curb is included in sidewalk orplanter sfrip width whan 
adjacent fo street. 

4. Samples show the desirable applications given number of lanes 
plus minimum standards can be applied case by case. 

5. Actual width of street and sidewalk area can be adjusfed wihin 
R/W based on modalpriorities and adjacent land use. 

6. Typically 6" is provided from W l i n e  to edge of concrete surface 
(for mainfenance/utilifies). 

7. These are guidelines for future neighborhood route development 
and does not require changeskonversion to existing streets. 

a - On-street Parking 

Criteria 

Figure 8-6 
NEIGHBORHOOD 

SAMPLE STREET CROSS SECTIONS 
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I 

I 

I 

I 

I 

, 5' , 2 0  , 5' , 
I 

I R / W  3 0  I 

E!Bm 
(No parking) 

City of Beaverton @ 
f 

Transportation System PIan 
c'-,+\..' 

$2 

, 6 ,  5"Q 28 5 5' 5' 0 5' 4 ' ,  s , a  32' 

t I I RAn/ 50' WW 5 0  I 
On-street Parking <600 vpd 

Oneside Omstreet Parking s600 vpd 

If parking on botb sides, 
block length not to exceed 300 feel 

On-street Parking 

Notes: 
7. Space between curb andmedian minimum 19'with mountable 

curb design (to be coordinated with TVFR). 
2. Selection of placement of sidewalk and planter specific to 

application. Cross sections show hyo choices for reference. 
3. Width of curb is included in sidewalk orplanter shp width when 

adjacent to street. 
4. Samples show the desirable applications given number of lanes 

plus minimum standards can be applied case by case. 
5. Actual widfh of street and sidewalk area can be adjusted within 

RM/ based on modal priorities and adjacent land use. 

0 - On- s t ree tpak ing  

- Guide for Trafic Volume Per Day 
(does not require conversion of 
existing routes) I 

Criteria 

(minimum width) 

Should not be necessav 
[under special conditions) 

Neighborhood Traffic 
Management: 

Figure 8-7 
LOCAL STREET RESIDENTIAL 

SAMPLE STREET CROSS SECTIONS 
1 4 -  P Pt 
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Bicycle Lanes: 
(minimum widths) 

Curb Extensions for Pedestrians: 

Table 8-2 
Proposed Street Characteristics 

Vehicle Lane Widths: 

New Construction = 6 feet 
Reconstruction = 5 to 6 feet 

Consider on any Pedestrian Master Plan Route 

Truck Route = 12 feet 
Bus Route = 11 feet 
Arterial = 12 feet 
Collector = 11 feet 
Neighborhood = 10 feet 
Local = 9' to 10 feet 
Turn Lane = 10 feet8 

Sidewalks: 
(minimum width) 

Landscape Strips: 

Medians: 

On-Street Parking: 1 

Local = 5 feet! 
Neighborhood = 5 feet' 
Collector = 6 to 8"' feet 
Arterial = 6 to 10" feet 

ResidentiaVNeighborhood = Optional 
Collector/Artt?rial= Desirable 

5-Lane = Required 
3-Lane = Optiopal 

Residential = 6 to 8 feet I Commercial = 7 to 8 feet 

~~ ~~ 

Neighborhood Traffic Management: 

Transit: 

Turn Lanes: 

Access Control: 

Local = Shoutd not be necessary 
Neighborhood = Should Consider 
Collectors = Under Special Conditions 
Attends =Only under Special Conditions 

ArtenaVcollectors = Appropriate 
Neighborhood = Only in special circumstances 

When Warranted" 

Goal 2, Policy 8 

7 9 foot lanes would only be used in conjunction with on-street parking. 

8 Desirable 12 feet for arterial streets and truck routes. 

9 5 foot with landscape strip, 6 foot against curb. 

10 Larger sidewalks than minimums should be considered for areas with significant pedestrian volumes. Commercial 
areas where pedestrian flows of over 100 pedestrians an hour are present or forecast, specific analysis should be conducted to 
size sidewalks appropriately for safe movement. 

1 1 Turn lane warrants should be reviewed using Highway Research Record, No. 2 11, NCHRF' Report No. 279 or other 
updatedsuperseding reference. 

\ 
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The analysis of capacity and circulation needs for Beaverton outlines several roadway cross sections. 
The most common are 2 ,3  and 5 lanes wide. Where center left turn lanes are identified (3 , 5 and 7 lane 
sections), the actual design of the street may include sections without center turn lanes (2, 4 and 6 lanes 
sections) or with median treatments, where feasible. The actual treatment will be determined within the 
design and public process for implementation of each project. The plan outlines requirements which 
will be used in establishing right-of-way needs for the development review process. The right-of-way 
(ROW) requirements for arterial, collector and neighborhood routes are 60 feet for the two lane streets 
(special consideration for 50 foot or narrower ROW will be made for local streets), 74 feet for fhree lane 
streets, 98 feet for five lane streets and 122 feet for seven lane streets. 

Wherever arterial or collectors cross themselves, planning for additional right-of-way to accommodate 
turn lanes should be considered within 500 feet of the intersection. Figure 8-8 summarizes the 
Beaverton streets which are anticipated within the TSP planning horizon to require right-of-way for 
more than two lanes. The planning level right-of-way needs can be determined utilizing Figure 8-8, 
Table 8-2 and the lane geometry sketches in the technical appendix. Specific right-of-way needs will 
need to monitored continuously through the development review process to reflect current needs and 
conditions (that is to say that more specific detail may become evident in development review which 
requires other improvements than outlined in this 20 year general planning assessment of street needs). 

These cross sections are provided for guiding discussions that will update the City of Beaverton 
Engineering Design Manual. There is an on-going discussion at a regional level regarding street cross 
sections. Many of the major streets in Beaverton are maintained and operated by Washington County 
or ODOT. Metro has designated Regional Street Design in their drafi of the RTP12. The City of 
Beaverton will need to coordinate with the regional agencies to assure consistency in cross section 
planning as the County Transportation Plan and the Metro Regional Transportation Plan move 
forward. 

Connectivity/Local Street Plan 

There are a number of locations in Beaverton where, due to the lack of connection points, a majority of 
neighborhood traffic is hnneled onto one single street. This type of street network results in out-of- 
direction travel for motorists and an imbalance of traf€ic volumes that impacts residential frontage. By 
providing connectivity between neighborhoods, out-of-direction travel and vehicle miles traveIed 
(VMT) can be reduced, accessibility between various modes can be enhanced and traffic levels can be 
balanced out between various streets. Various goals and policies established by this TSP are intended to 
accomplish these objectives. 

In Beaverton, some of these local connections can contribute with other street improvements to mitigate 
capacity deficiencies by better dispersing traffic. For example, the areas adjacent to 170th and 185th 
Avenues are benefited by improved connectivity. 

12 Regional Street Design. RTP and ZOQOpIanning, Metro, Draft 3.0, July 1, 1997. '\ 
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Several roadway connections will be needed within neighborhood areas to reduce out of direction travel 
for vehicles, pedestrians and bicyclists. The proposed Functional Classification map (Figure 8-3) shows 
several neighborhood routes through currently undeveloped areas to indicate desired connection points 
and access points to arterial or collector roadways. In most cases, the alignments are not specific and 
these connections are aimed at reducing potential neighborhood traffic impacts by better balancing 
traffic flows on neighborhood routes. These local connections shown on Figures 8-9 to 8-20 
(representing the City of Beaverton neighborhood districts) are specified as bicycle and pedestrian only 
connections or as multi-modal connections (including autos). The arrows shown in the figures represent 
potential connections and thegeneral direction for the placement of the connection. In each case; the 
specific alignments and design will be better determined upon development review. The criteria used 
for providing connections follow: 

Every 300 to 500 foot grid for pedestrians and bicycles 
Every 1,000 foot grid for automobiles 

To protect existing neighborhoods from potential M i c  impacts of extending stub end streets, connector 
roadways should incorporate neighborhood traffic management into their design and construction. 
Neighborhood traffic management is described later in this chapter. 

The arrows shown on the local connectivity figures indicate priority connections only. Other stub end 
streets in the City's road network may become cul-de-sacs, extended cul-de-sacs or provide local 
connections. Connections from these stub end streets could be deemed appropriate and beneficial to the 
public, as future development occurs. The goal would continue to be improved city connectivity for all 
modes of transportation. 

CIRCULATION AND CAPACITY NEEDS 

The capacity and circulation needs in Beaverton were determined for existing and f h r e  conditions. 
The process used for analysis is outlined below, followed by the findings and recommendations. The 
extent and nature of the street improvements for Beaverton are significant. This section outlines the 
type of improvements that would be necessary as part of a long range master plan. Phasing of 
implementation will be necessary since all the improvements cannot be done at once. This will 
require prioritization of projects and periodic updating to reflect current needs. Most importantly, it 
should be understood that the improvements outlined in the following section are a guide to managing 
growth in Beaverton, framing up the types of right-of-way and street needs that will be required as 
development occurs. 

Approach 

Existing needs were identified in Chapter 3. Future capacity needs were developed using a detailed 
travel demand forecast tool, built off the Metro regional travel demand model. This detailed model 
more accurately reflects access and land use in Beaverton than the regional travel demand model. 
Evening peak hour traffic volumes were farecast for the future (year 2015) scenario for the Beaverton 

'. .- 
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area. This 2015 forecast included the Westside LRT and the highest level of transit service given 
regional funding constraints13. It assumes that Transportation Demand Management (TDM) will occur 
and that significant shifts to transit will occur (from existing levels at 1 to 3 percent of total person trips 
to 8 to 15 percent in LRT station areas). The initial 2015 test was performed on a street network similar 
to today’s system (without improvements). Problem areas were identified and alternative improvements 
were developed to address deficiencies. Performance was evaluated using a tht-ee tiered assessment of 
capacity and operations. 

Demand to capacity ratios were evaluated on roadway segments and conditions where the 
demand to capacity ratio exceeded 1.0 were studied for potential improvement 
alternatives. 

0 Intersection level data were developed for about 80 intersections in Beaverton (based 
upon staff input, primarily arterial and collector intersections). Alternative improvements 
were considered where level of service was F or worse. Mitigated levels of service 
(LOS) were generally brought to the LOS D or E range for the 20 year planning 
assessment. Demand to capacity ratios of below 1.0 were sought, but mitigation typically 
was stopped if DIC ratios were slightly above 1 .O and feasibility of further improvement 
was considered questionable. 

0 Where improvements beyond the Metro functional plan desire of five lanes became 
apparent, the system Ievel of service (arterial system rather than one intersection - looks at 
travel speed on segment usually one to two miles) was initially tested to seek mitigation to 
LOS D (Chapter 1 1 of the Highway Capacity Manual). 

Assessment of Need 

Based upon the evaluation of intersection level of service, over 62 intersections operate at or worse than 
level of service E in the 2015 evening peak hour with no improvements (Figure 8-21). This compares 
with 4 intersections operating at these levels today. The impact of future growth would be severe 
without significant investment in transportation improvements. Travel speeds would be below 5 MPH 
over long stretches of road (3 to 8 mile segments of roadways) resulting in unmanageable congestion. 
Poor performance on freeways and arterials would result in substantial impacts (added through traff~c) to 
neighborhood and collector routes. The greatest problem areas can be grouped into the following areas: 

Lack of east-west capacity. Virtually every east-west route in Beaverton from Scholls 
Ferry Road north to Walker Road would be over capacity. 

Lack of north-south capacity. ORE 217, Murray Road, Hall Boulevard, Cedar Hills 
Boulevard and 185th Avenue to the west all experience demands well in excess of 
capacity. 

13 This system assumes the westside rail and all the feeder bus system that supports it. Other westside bus service is 
provided also. The system design is essentially that which will be in place when the westside rail opens next year, with 
better headways. The south/norh rail system is also assumed in place for this scenario. 
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0 Lack of freeway crossings results in traffic concentrations at interchanges. 
Throughout Beaverton there are few places to cross the freeways except at interchanges 
(Cabot and Fifth on ORE 217 are examples). This results in interchange areas not only 
serving high freeways access needs, but through arterial traffic and local circulation. This 
results in congestion at interchanges. 

0 Lack of mainline freeway capacity. Both US 26 and ORE 217 would be over capacity 
without widening. This condition exists on ORE 2 17 over its entire length. On US 26, the 
imbalance between demand and capacity is most prevalent east of 185th Avenue. 

Lack of local street system and connectivity. Areas adjacent to 170th/185th between 
Farmington and Corneli and the downtown area are the best examples, wherc all through 
moving traffic and much of the local access must use the arterials. 

Lack of intersection turning capacity. Many intersections 'experience LOS F 
conditions, not for need of through capacity, but the need for additional right or left 
turning capacity. 

Lack of adequate means to cross arterials. Traffic volumes increases are such that the 
ability to cross or access arteriaVcollector routes in the future is very difficult. Traffic 
signal control must be planned to allow adequate control for autos, bikes and pedestrians, 
while not resulting in disruption caused by placing signals at low priority locations, such 
as private site driveways, or at locations to close to existing traffic signals. 

Recommended Improvement Plan 

To address these seven deficiencies, a series of alternatives and strategies were considered. The range of 
strategies includes: 

0 Do nothing: This results in severe impacts to circulation in Beaverton with delays which 
would not be tolerable. Extreme land use controls would be required to protect livability. 

Assume that alternative modes can serve excess demand. The TSP analysis assumed 
that these would be developed to their optimal levels. The order of magnitude of trips to 
be served in 2015 goes well beyond the capacity of the alternative mode systems by 
themselves, even at their optimal levels. The estimated growth in PM peak hour trips 
(over 50,000) far exceeds the capacity of the alternative modes by themselves to support 
this demand. 

0 Build all the road capacity necessary to achieve level of service D conditions at 
intersections. This strategy would result in nearly doubling the cost of the improvements 
identified in this plan. For example, many five lane cross sections would need to become 
seven lanes. 
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Pragmatically add capacity to all modes, developing a balanced system. Outline the 
long term configuration of streets to allow development to best accommodate needs. 
Allow LOS E at intersections and maintain system performance measures at LOS D. 
This is the strategy that was pursued. It involves significant system improvements, but is 

the only alternative that balances performance between modes. 

The mitigation measures for the street system are outlined in a series of graphics and tables. Figure 8-22 
outlines the street improvements, which are summarized in Table 8-3. Figure 8-23 locates the 
intersections where improvements will be needed and Table 8-4 summarizes the type of improvement 
identified. Each of the problem areas noted above have been addressed in the following manner: 

East-West Capacity: Roadway widenings are outlined for Walker Road (5 lane), Center Street (3 
lane), Jenkins Road (5 lane), Millikan Avenue extension, TV Highway (7 lanes) west of Cedar Hills, 
Farmington Road (5 lanes), Allen Bouievard ( 5  lanes) and Scholls Feny Road (7 lanes). In addition, 
access control strategies will need to be developed specifically for TV Highway, Scholls Feny Road and 
Cedar Hills Boulevard. In each case, capacity is constrained and one strategy (rather than widening) that 
can be applied is to reduce the number of access points. In doing so, capacity can be enhanced 10 to 20 
percent. What makes these cases different from other routes in Beaverton is that existing access would 
have to be purchased and/or closed. Access spacing standards and existing access conditions would be 
adequate on other routes. 

North-South Capacity: Roadway improvements include development of the 170th/l73rd/l75th 
corridor, Cedar Hills Boulevard (finish 5 lanes), Hall linkage to Jenkins, and widening the Mumay 
overcrossing of LRT. 

Lack of Freeway Crossings: Two new crossings of US 26 are identified. Crossings were tested at 
every segment of US 26 between interchanges. The two sites which attract the greatest use and mitigate 
congestion are a crossing of 173rd174th and a 143rd overcrossing. Other sites did not mitigate 
congestion problems. The 173rdl74th crossing attracts 15,000 to 20,000 vehicles per day (without any 
fieeway ramps). The 143rd crossing was recommended by Washington County staff and found to be 
effective at mitigating problems on Murray Road between Walker Road and Cornell Road (the 
alignment will require significant alternatives analysis and refinement). 

Mainline Freeway Capacity. Additional lanes on US 26 (six lanes west to 185th) and ORE 217 (entire 
length) are needed to mitigate congestion. Auxiliary lanes will be necessary on both facilities to 
mitigate impacts of high ramp volumes. Particularly on ORE 21 7, the close spacing of interchanges will 
require extensive mitigation which involves ramp braiding. Closure of freeway access was rejected due 
to severe impacts to the arterial street system. However, combining access point (particularly Denney 
and Allen or Walker and Cabot) would be recommended to reduce the impact of "amp volumes on 
mainline freeway operation. Benefit and performance of HOV lanes will need to be studied further as 
the ORE 2 17 project goes into corridor assessment. 
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Table 8-3 
Future Street Improvements 

I Beaverton city limits to 175* Ave. Realign the Scholls FerrylOld Scholls Ferry and I 

Millikan 
I I ODOT 

I Wash Co 

Hall Boulevard 
Projects NOT included in current funding programs 
170th: Division to Blanton 

I Add southbound right turn lane at Scholls Feny Road 

I Widen to 5 lanes/MM 



MM - Multi-modal improvement including sidewalks and bicycle lanes 
;,’ 



DKS Associates 
! _ _  



DKS Associates 

19 

20 

Table 8-4 
City of Beaverton 2015 Intersection Improvements 

Improvement Intersection Description 
Number 

1 Kinnamdarmington Road Widen Farmington to 5 lanes; add WB left turn lane; add NB/SB 
left turn lane; signal phasing modification to NB/SB 
perrnittedprotected phasing 
Widen Walker Road to 5 lanes; add E B N B  right turn lanes; 2 Walker R0ad173'~ Avenue 

TV HighwayMurray Boulevard 

Murray BoulevardlFarmington Road 

Double left turn lanes on all approaches; add EB/WB right turn 
lanes; add NBlSB through lane (3 through lanes each way) 
Double left turn lanes on all approaches; SB, EB and WB right turn 
IaneS 

5 TV Highway/l70th Avenue 

21 
22 

6 Fannington Road/170th Avenue 

Murray Boulevard6th Avenue 
Murray BoulevardlAllen Boulevard 

Install traffic signal; addlEB and WB left turn lanes 
Widen Allen to 5 lanes td Murray (drop additional WB through 

7 Hart-Bany/l7Oth Avenue 
8 Walker Road/167* Avenue 

23 

9 
10 

I Cornell R o a d l  58th Avenue 
I Walker Roadl  58th Avenue 

_ .  - 
lane after Murray); add SB right turn lane 
Sihnal phase chbnge td derrnittedprotected phssing for all Murray BoulevardHart Road 

- 
NB/SB double left turn lanes 
SB double left turn lanes; signal phasing modification of NBlSB to 
protected phasing; add WB right turn lane 
Signal phase change to pemittedprotected for NBlSB approaches 
and to protected phasing for EB/WB approaches; add Nl3 right turn 
lane; add Nl3, SB, and EB left turn lanes 
Widen TV Highway to 7 lanes (3 through lanes each way); widen 
170th Avenue to 5 lanes; add SB right turn lane; Wl3 double left 
turn lanes 
Widen Farmington Road to 5 lanes; add NB left turn lane; add NB 
through lane and restripe SB for additional through lane (widen 
170th Avenue to 5 lanes) 
Install traffic signal; add NB and SB left turn lanes 
Install traffic signal; widen Walker Road to 5 lanes 
Add EB right turn lane 
NB/SB double left turn lanes; add EB right turn lane; NB right turn 

I 
24 I Murray BoulevardlOld Scholls Ferry 

approaches 
Restripe NB, SB and EB, approaches; signal phase change to 

I Road 
I Murray BoulevarUScholls Ferry 

1 protected phasing on all approaches 
I Install traffic signal; add'EB left turn lane; restripe NB approach; 25 I R o a h a l n u t  Street ] coostruct SB approach with left turn lane 
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E Scholls Ferry RoadOld Scholls Ferry 
Road (west) 
Old Scholls Ferry RoadlDavies Road 

Scholls Ferry Roadold Scholls Ferry 

Install traffic signal; add southbound right turn lane and restripe 
existing lane as a left turn lane 
Install traffic signal; restripe WB approach; add NB right turn lane; 
add NB left turn lane 
Road closure of Scholls Ferry Road 

Road (east) I 
TV HighwayMocken Avenue I Add EB right turn lane; restripe SB approach; widen Hocken to 2 

I southbound through lanes 
I Add WB right turn lane; SB double left turn lanes (Hocken carries Farmington Road/Hocken Avenue - 

2 SB lanes from TV Highway) 
Double left turn lanes on all approaches; add EB right turn lane 
SB and EB double left turn lanes; add SB right turn lane; widen 
Jenkins to 5 lanes; WB right turn channel; signal modification to 

Cedar Hills BoulevardNalker Road 
Cedar Hills BoulevardJenkins Road 

Hall Boulevard 

Westgate Drive 

Cedar Hills Boulevard 

34 Cedar Hills Boulevard Add NB left turn lane 

35 Canyon Road/ Widen TV Highway to 7 lanes (3 EB/WB through lanes in each 
direction; signal modification to protected phasing for all 
approaches; NB double left turn lanes; add SB left turn lane; add 
SB right turn lane; add EB/WB right tum lane; 
SB double left turn lanes (construct SB right turn lane and restripe 
SB lanes as left turn lanes) 

protectedlpeqmittdd phasing 
Restripe SB approach (add a SB receiving lane) 

36 Fannington Road 

37 Hall BoulevardAVestgate-Center Realign intersection, signal modification to EB/WB 

38 
39 Farmington RoadNatson Avenue Add southbound through lane 
40 Farmington Road/Hall Boulevard Restripe NB approachi(add NB receiving lane) 
41 
42 Hall BoulevarrUDenney Road 

Cedar Hills Boulevard 

Canyon RoaWatson Avenue 

Hall BoulevardlAllen Boulevard Add EB and WB right'turn lanes; NB and SB double left turn lanes 
NB/SB signal phasing change to permittedprotected phasing; 

43 

44 

45 

46 

47 

48 

49 

50 

51 
52 

~ restripe WB approach 
Hall BoulevardGreenway 

Hall Bouievard/Nimbus Avenue 

Scholls Ferry RoadlHall Boulevard 

Brockman R o a d 1 2 9  Avenue 

Signal phase chanke to permittedprotected phasing for EB and WB 
approaches 
Signal phase change td protectdpermitted phasing for NB and SB 
approaches 
Add double left turn lank on all approaches; add right turn lanes on 
all approaches 
Signall phase change to protectedpermitted phasing for all 
approaches; add WB left turn lane; restripe NB and EB approaches; 

I construct Sp left turn lane, right turn lane and through lane I Widen Sdholls Ferry Road to 7 lanes (3 through lanes each way); Scholls Ferry Road/l25* Avenue 
add SQ right pm \we ~ 

Widcn Scholls'Fed@ doad to 7 lanes (3 through lanes each way); 
add'PB left Gm l a e ;  SB double left turn lanes 
Chaniteli+,!E3lrighthpn onto ramp and modify signal to allow free 

Chaneflize 'Sp rightthp onto ramp and modify signal to allow free 
moqk$ent ofiEB 4ght turns; add WB through lane onto ramp ( 2  
through lanes) 
Add!lfB 'right tum'~ lane 
Add',QB rig$ tum I+$; signal modification to NB/SB protected 

Scholls Ferry RoadMimbus Avenue 

Scholls Ferry Road/ORE 217 SB 
~ -Ps movdment O@B Gghtmrns 
Scholls Ferry RoadORE 217 NB on- 
-P 

Farmington RoadLombard Avenue 
Canyon Road/ 

, , ,  , ,  , . 
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Broadway-] 17m Avenue 
Canyon RoadFred Meyer Access 
Beaverton-Hillsdale Highway/ 
Griffith Drive 
Beaverton-Hillsdale Highway/Western 
Avenue 
Allen Boulevard/Western Avenue 

Allen BoulevardScholls Ferry Road 

Walker RoadOKE 217 SB ramps 

Walker R o d O R E  217 NB ramps 
Canyon RoadORE 2 17 SB ramps 
Beaverton-Hillsdale Highway/ 
ORE 217 SB ramps 
Beaverton-Hillsdale Highway/ 

Allen Boulevard/ORE 217 SB ramps 
ORE 217NB ramps 

Allen BoulevardORE 217 NB ramps 

53 
54 

55 

56 

57 

58 

59 
60 
61 

62 

63 

64 

65 
66 

phasing 
Add SB left turn lane; signal modification to NB/SB split phasing 
Signal phasing modification to NB/SB protectedpermitted phasing 

Add EB right turn lane; add WB double left turn lanes; add NB 
through lane 
Add EB left turn lane; EB/WB signal phasing change to 
permittedprotected phasing 
Widen Allen Boulevard to 5 lanes; restripe WB approach; signal 
phase change for all approaches to permittedlprotected phasing 
Big costbridge deck widening: EB double right turn lanes (add 
right turn lane); W B  through lane 
Add NB double left turn lanes 
Add SB left turn lane and restripe SB lanes 
Add SB left turn lane 

NB double left turn lanes 

Add SB right turn lane (double right lanes); EB right turn lane 
(channel onto ramp, signal modification to allow EB right turn to 
go with SB left 
Add WB right turn lane; signal modification to NB/SB split 

Denney RoadORE 2 17 SB ramps 
Denney Road/ORE 217 NB ramps 

phasing 
install traffic signal 
install traffic signal 

Local Street System and Connectivity: Four areas were noted where local connectivity would result 
in benefits to both the arterial system and the neighborhoodliocal system by dispersing traffic (rather 
than one street with residential frontage experiencing significant impacts). These areas include the 
downtown regional center, the areas between 170th and 185th Avenues south of Cornell and north of 
Farmington, areas in southwest Beaverton and the area between Old Scholls Ferry Road and Scholls 
Ferry Road. 

Intersection Turning Capacity: A series of 65 intersection improvements were identified which 
primarily add turning movement capacity. 

Means to Cross Arterials (Traffic Signals): To guide future implementation of traffic signals to 
locations which have the maximum public benefit by serving arteriaVcollector/neighborhood routes, a 
framework master plan of trafEc signal locations was developed (Figure 8-24). The intent of this plan is 
to outline desirable locations where future traffk signals would be placed to avoid conflicts with other 
development site oriented signal placement. To maintain the best opportunity for efficient traffic signal 
coordination, spacing of up to 1,000 feet should be considered. No traffic signal should be installed 
unless it meets MUTCD warrants. 

The result of these improvements is significant. While level of service E conditions still exisf for the 
most part the 2015 traffic conditions can be mitigated to the point that mobility can be preserved in 
Beaverton and congestion is manageable. Only 15 intersections operate at LOS E (none at F) (Figure 8- 
25) compared to over 62 intersections if improvements are not made. The extent of certain street 

'. .- 
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Rank Location 
1 
2 
3 
4 

SW Murray BoulevardSW TV Highway 
S W 158th AvenueIS W Walker Road 
SW Farmington RoadSW Murray Boulevard 
SW Allen BoulevardSW Murray Boulevard 

improvements goes beyond RTP and Functional Plan desires to not have seven lane streets. Scholls 
Ferry Road was designated in the Washington County Transportation Plan as seven lanes. Canyon/TV 
Highway has not been designated in prior plans for seven lanes. In both on these cases, every 
transit/TDM oriented strategy should be implemented prior to consideration of seven lane 
improvements. However, using the travel forecasts for 2015 which include transit and TDM 
improvements, the analysis indicates that an ultimate seven lane improvement should be planned for in 
the next 20 years. 

Number of Accidents 
71 
56 
48 
47 

Visual Simulations 

5 
6 

The previous sections have focused on the quantitative aspects of the transportation system and its 
operation. To provide a better understanding of the character of the street improvements that have been 
discussed, a set of visual simuIations were undertaken. Using a computer to simulate hypothetical 
characteristics of the recommended improvements, a set of illustrations were developed showing 
existing conditions and changes with the proposed improvements (Figures 8-26 and 8-27). These two 
photographs provide a comparison of the improvements on 173rd crossing of US 26 and of the proposed 
three lane section of 170th Avenue north of Bany Road. The roadway locations and characteristics 
shown in the visual simulation are only approximate in nature and do not reflect the specific character or 
design intended for the area. The technical appendix provides additional visual simulations for reference 
(on 170th north of Farmington, Scholls Ferry Road at 121sf ORE 217 at Walker and TV Highway near 
170th). 

SW Hall BoulevardSW Scholls Ferry Road 
Highway 21 7/SW Allen Boulevard 

40 
36 

SAFETY 

7 
8 
9 
10 

Accident data is difficult to forecast to the future and therefore analysis focuses on the existing 
information. The City of Beaverton has identified the ten highest accident locations in need of safety 
improvements based on accident data. The City of Beaverton’s ten highest accident locations for 
1994 to 1996 are shown in Figure 8-28 and summarized in Table 8-5. 

v -  
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Future FIGURE 8-26 1 8 7 
SW 170th Ave. North of SW Bany Rd. 



Future FIGURE 8-27 188  
SW 173rd Awe. / SW 174th Awe. at US 26 
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Everyone of the top ten accident sites is listed for capacity improvements. As the capacity 
improvements are made, safety enhancements can be incorporated into the design. In the short term, 
specific action plans should be prepared to address whether beneficial improvements at these 
locatiqns can be made without affecting future plans. 

Several strategies were evaluated for safety by the City of Beaverton Traffic Commission. These 
strategies aimed at providing the City with priorities that meet the goals and policies of the City. The 
City of Beaverton Traffic Commission ranked these strategies for safety. Each commissioner and 
public participant were assigned a certain number of points that he or she could allocate to each of the 
strategies according to his or her vision of priorities for the City of Beaverton. The ranking of these 
safety strategies follows from most important to least important: 

0 

0 

Develop a citywide safety priority system which identifies high accident locations, ranks 
the locations and identifies safety mitigation measures 
Work with other agencies such as Washington County and ODOT to help prioritize and 
fund safety programs (coordinated approach) 
Address safety issues on an as needed basis 
Continue existing program (received no points) 

One future issue with regard to safety involved the decision to go to three lanes from two lanes or five 
lanes from four lanes. National research has clearly demonstrated the benefits of providing a turning 
lane when daily traffic volumes exceed 15,000 vehicles per dayl4. While widening the street can 
commonly be viewed as pedestrian unfriendly, the potential impact of not having a turning lane is that 
accident rates will increase substantially (1 1 to 35 percent) on two lane roads compared to three lane 
roads. 

One safety action that can have immediate impact is to condition all land use development projects that 
require access on city streets to maintain adequate sight distance. This should address all fuced or 
temporary objects (plants, poles, signs, etc.) that potentially obstruct sight distance. Any property 
owner, business, agency or utility that places or maintains fxed or temporary objects in the sight 
distance of vehicles, bicycles or pedestrians should be required to demonstrate that adequate sight 
distance is provided (per AASHTO).15 

School safety was an issue raised at several of the public meetings through the development of the TSP. 
In setting priorities for the pedestrian action plan, school access was given a high priority to improve 
safety. However, beyond simply building more sidewalks, school safety involves education and 
planning. Many cities have followed guidelines provided by FHWA and ITE16. Implementing plans of 
this nature has demonstrated accident reduction benefits. However, this type of work requires staffing 

~~ 

14 Multilane Design Alternativesfor Improving Suburban Highwoys, TRJ3 NCHRP Report No. 282, March 1986. 

15 “ A  Policy on Geometric Design offfighways and Sfreets”, Green Book American Association of State Highway 
and Transportation Officials, 1994. 

16 Manual of Ungorm Tra@ Control Devices, FHWA, 1988: Traffic Control Devices Handbook, FHWA, 1983; A 
Program for School Crossing Protection, Institute of Transportation Engineers. ‘- .. 
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and coordination by the School District as well as the City to be effective. As a response to this 
program, establishing an annual budget (say $10,000 per year) would allow for incremental benefits to 
bk achieve and determine effectiveness in Beaverton, without a major capital program. 

MAINTENANCE 

Preservation, maintenance and operation are essential to protect the City investment in transportation. 
The majority of current gas tax-revenues are used to maintain the transportation system. With increasing 
road inventory and the need for greater maintenance of older facilities, protecting and expanding funds 
for maintenance is critical. 

A Pavement Management Program is a systematic method of organizing and analyzing information 
about pavement conditions to develop the most cost effective maintenance treatments and strategies. As 
a management tool, it aids the decision-making process by determining the magnitude of the problem, 
the optimum way to spend funds for the greatest return on the dollar, and the consequences of not 
spending money wisely. Beaverton maintains an annual program of pavement management and 
monitors conditions in setting priorities for overlays, slurry seals and joint sealing. With nearly 180 
miles of roadway and 20 bridges to maintain, this is one of the largest transportation expenditures. 

A pavement management program can be a major factor in improving performance in an environment of 
limited revenues. A pavement management program is not and should not be considered the answer to 
every maintenance question. It is a tool that enables the public works professional to determine the most 
cost-effective maintenance program. The concept behind a pavement management system is to identify 
that optimal rehabilitation time and to pinpoint the type of repair which makes the most sense. With a 
pavement management program, professional judgment is enhanced, not replaced. . 

The goal of the City of Beaverton’s existing street maintenance program is “to preserve the City’s 
street system, pedestrian pathways and bridges, assure total quality customer service in support of 
City Council Goals”. The operations department performs preventive maintenance to the street 
system and responds immediately to emergency situations involving the street surface. Significant 
projects such as street overlays and seals are outsourced. An increased emphasis has been placed on 
preventative maintenance for arterial and collector streets due to damage and wear from unusually 
wet winters. The City of Beaverton has ordered but hai not yet received (as of June 1997) computer 
software for their pavement management system. Additionally, the City has been retrofitting about 
20 to 40 ADA sidewalk ramps per year. 

Table 8-6 summarizes the existing street maintenance program for the City of Beaverton. Table 8-7 
summarizes the street maintenance program budget. 

‘. .* 
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FY 1994-95 FY 1995-96 
(Actual) (Actual) 

FY 1996-97 FY 1997-98 
(Budgeted) (Proposed) 

Number of bridge inspections completed 1 20 I 2 0  I 2 0  I 2 0  I 
Note FY= Fiscal Year 

Preventative maintenance to the street 175.05 
system miles 
Bridge maintenance inspections 20 bridges 

Table 8-7 
Street Maintenance Budget Summary18 

Note FY= Fiscal Year 

175.05 177.65 177.65 miles 
miles miles 
20 bridges 20 bridges 20 bridges 

A critical concept is that pavements deteriorate 40 percent in quality in the first 75 percent of their life. 
However, there is a rapid acceleration of this deterioration later, so that in the next 12 percent of life, 
there is another 40 percent drop in quality. A pavement management system can identify pavements 
before this rapid deterioration starts so that preventative maintenance can be applied. These fyres are 
generally one-fifth to one-tenth the cost required after a pavement is 80 percent deteriorated. Figure 8- 
29 illustrates the pavement life cycle. For this reason, support of gradual increases to the gas tax to 
support maintenance is critical. 

Strategies 

Strategy 1 - "No maintenance program" 

If nothing is done to improve pavement surface condition, the City's ability to maintain its streets will 
fall far behind its possible resources as the number of paved roads in good condition diminish and the 
amount of lane miles in need of rehabilitation increase. This strategy did not receive any points by the 
Traffic Commission. 

17 Based on fax received from Pete Davis, City of  Beaverton Operations Department, June 26, 1997. 

18 Ibid. 
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Excellent 

Good 

Fair 

Poor 

Very Poor 

Failed 

40% drop in quality 

$1.00 for renovation 

40% drop in quality will cost 
$4.00 to 
$5.00 here 

Time 20 yrs. 

Figure 8-29 
PAVEMENT LIFE CYCLE 
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Strategy 2 - "Maintain at highest level'' 

A strategy where the pavement condition is maintained at the highest level resulting in high 
expenditures. Maintenance already consumes the majority of the gas tax fund the City receives and a 
higher level would deplete these funds and require supplemental revenue. This strategy did not receive 
any points by the Traffic Commission or public participants. 

Strategy 3 - "Maintain roadways using a need based approach which addresses current and future 
needs as they arise" 

A "need based" strategy seeks to address current and future needs as they arise, so that all roads are 
maintained in good pavement condition. 

Strategy 4 - "Maintain roadways using a balanced approach which develops a pavement 
management system and budget to address needs over a ten year period" 

A "balanced" approach addressing pavement management needs in Beaverton would spread estimated 
expenditures over the next ten years. 

These strategies were evaluated for maintenance by the City of Beaverton Traffic Commission. These 
strategies aimed at providing the City with priorities that meet the goals and policies of the City. The 
City of Beaverton Traffic Commission and the public ranked these strategies for maintenance. Each 
commissioner and public participant were assigned a certain number of points that he or she could 
allocate to each of the strategies according to his or her vision of priorities for the City of Beaverton. 
The ranking of these maintenance strategies follows from most important to least important: 

0 

0 

Maintain roadways using a balanced approach which develops a pavement management 
system and budget to address needs over a ten year period (65 YO of points) 
Maintain roadways using a need based approach which addresses current and future needs 
as they arise (35 % of points) 

NEIGHBORHOOD TRAFFIC MANAGEMENT 

Neighborhood Traffic Management (NTh4) is a term that has been used to describe traffic control 
devices typically used in residential neighborhoods to sIow traffic or possibly reduce the volume of 
traffic. NTM is descriptively called traffic calming, due to its ability to improve neighborhood IivabiIity. 
Beaverton has been active in testing and implementing NTM measures such as speed humps, chokers, 
pavement texturing, circles, chicanes, and other elements. The City has no formalized NTh4 program 
and has been responding to community group needs on a case by case basis. The following are 
examples of neighborhood traffic management strategies: 
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0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

chokers 
speed humps 
traffic circles 
medians 
landscaping 
curb extensions 
narrow streets 
closing streets - 
photo radar 
on-street parking 
selective enforcement 
neighborhood watch 
speed wagon 

Typically, NTM can receive a favorable reception by residents adjacent to streets where vehicies travel 
at speeds above 30 MPH. However, NTM can also be a very contentious issue within and between 
neighborhoods, being viewed as moving the problem rather than solving it, impacting emergency travel 
or raising liability issues. A number of streets in Beaverton have been identified in the draft functional 
classification as neighborhood routes. These streets are typically longer than the average local street and 
would be appropriate locations for discussion of NTM applications. A wide range of traffic control 
devices are being tested throughout the region, including such devices as chokers, medians, traffic 
circles and speed humps. However, no standards have been developed in Beaverton yet. NTM t r a fk  
control devices must be tested within the confines of Beaverton before guidelines are developed for 
implementation criteria and applicability. Also, NTM should be considered in an area wide manner to 
avoid shift impacts between areas and only be applied where a majority of neighborhood residents agree 
that it should be done (via petition). Strategies for NTM seek to reduce traffic speeds on neighborhood 
routes, thereby improving livability in Beaverton. Research of traffic calming measures demonstrates 
their effectiveness in reducing vehicle speeds. Table 8-8 oiltlines nationwide research of over 120 
agencies in North America. 

It is recommended that the City develop a NTM program. This program can build off City experience 
and success and be used to prioritize implementation and address issues on a systematic basis rather than 
a reactive basis. Criteria may be established for the appropriate application of NTM in the City. This 
would address warrants, special conditions for hc t iona l  classifications other than neighborhood routes 
and the required public process. Most importantly, the goals and policies of this plan calls for land use 
development to outline potential impacts to neighborhoods caused by new development in an attempt to 
have new land uses design NTh4 features into their plan or as conditions minimizing future problems. 
Because of the contentious nature of NTM, it is essential to have broad representation of the 
neighborhdod and area that may be impacted. 

The City of Beaverton recently passed a property tax levy that included a three year fimding element for 
neighborhood traffic managementIcaIming and traffic signals. The NTM element of this funding source 
provides an initial program for the City to build from in establishing a citywide NTM program. 
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Table 8-8 
NTM Performance 

SOURCE: Survey of Neighborhood Trafic Management Performance and ResuIts, ITE District 6, 
by R S. McCourt. July 1977. 

PARKING 

Parking has typically been a benign transportation issue in the past for Beaverton. New land uses 
were required to provide the code designated number of parking spaces (or more) to assure there 
would be no impact to surrounding land uses (overflow parking). These parking ratios were 
developed based upon past parking demand characteristics of land use type. Most recently, parking 
has become an element of transportation planning policy through two actions. The adoption of the 
Transportation Planning Rule in 1991 and updated in December 1995 (sections 660-12-020(2g) and 
660-12-045(5c)) and the Metro Functional Plan of November 1996, Title 2. By adopting the 
minimum and maximum parking ratios outlined in Title 2, the City will be able to address the TPR 
required reduction in parking spaces per capita over time. 

Within the goals and policies for the City of Beaverton, Goal 4, Policy 2 addresses these 
requirements. It states “Limit the provision ofparking to meet regional and state standards. 

Several strategies were evaluated for future parking by the Traffic Commission and the public. These 
strategies aimed at providing the City with parking priorities that meet the goals and policies of this 
plan. Each commissioner and public participant were assigned a certain number of points that he or 
she could allocate to each of the strategies according to his or her vision of priorities for the City of 
Beaverton. The ranking of these parking strategies follows from most important to least important: 

Shared parking 
Parking pricing 

0 Lower parking ratios for land uses within ‘A mile of LRT stations 
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Maximum Parking Ratios 

Parking needs should be reviewed by individual developments at the site plan review 
stage. Parking provisions should be compared to demand, as identified by ITE or DEQ.19 

One of the concerns with parking reduction policies is the impact to adjacent land uses should the 
vehicle needs of a site exceed the provision of parking. This will require critical site review to provide a 
balance between the policies to reduce vehicle trip making of new developments and the impacts to 
property owners. 

The City of Beaverton should undertake a study of parking management for its regional center. This 
assessment should consider the benefits and impacts of parking pricing (including use of parking 
meters), share use parking and parking provision in areas well served by transit (LRT stations). 

ACCESS MANAGEMENT 

Access management is important, particularly on high volume roadways, for maintaining traffic flow 
and mobility. Where local and neighborhood streets function to provide access, collector and arterial 
streets serve greater traffic volume. Numerous driveways, or street intersections, increase the number of 
conflicts and potential for accidents and decrease mobility and traffic flow. Beaverton, as with every 
city, needs a balance of streets which provide access with streets that serve mobility. 

Several access management strategies were evaluated and ranked by the Traffic Commission and the 
public. The ranking of these access management strategies follows from most important to least 
important: 

Prohibit new single family access to arterials and collectors 
Set new City of Beaverton standards for all routes on new development using maximums 
and minimums 
Work with land use development applications to consolidate driveways 
Use medians on arterial routes to limit access 
Provide right in, right out driveways where appropriate 
Close and consolidate existing access points within 500 feet of freeway interchanges, as 
possible 
Allow no new access within 500 feet of freeway interchange ramps 
Limit traffic signals to public streets 
Develop minimum traffic signal spacing on arterials and collectors (e.g., 500 feet 
minimum; 800-1 000 feet desirable) 

I 9  Parking Demand, 2nd Edition, Institute of Transportation Engineers, 1987; and Peak Parking Space Demand 
Study, Oregon Department of Environmental Quality, by JHK & Associates, June 1995. 
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Meet ODOT Access Management requirements on state highways (150 feet to 500 feet). 
Meet Washington County requirements on arterials (1,000 feet majod600 feet minor). 
This strategy did not receive any points. 
Develop City access requirements based on Metro Title 6 (660 feet). This strategy did not 
receive any points. 

Based upon the public and Traffic Commission input the following recommendations are made for 
access management: 

0 Incorporate a policy statement regarding prohibition of new single family residential access on 
arterials and collectors. A design exception process should be outlined that requires 
mitigation of safety and NTM impacts. This addresses a long standing problem in Beaverton 
where property owners consume substantial staff time on issues of residential fronting 
impacts. 

Set standards for access spacing (working with Washington County and ODOT) for arterials 
(600 foot minimum, 1,000 foot maximum) and collectors (200 foot minimum, 400 foot 
maximum). 

Recommend that ODOT use Access Management Category 4 for TV Highway and 
Farmington Road west of Murray Road and Category 5 east of Murray Road. 

Specific access management plans be developed for TV Highway and Cedar Hills Boulevard 
(north of Walker) to maximize the capacity of the existing facilities and protect their 
functional integrity. 

TRANSPORTATION SYSTEM MANAGEMENT/ INTELLIGENT 
TRANSPORTATION SYSTEMS 

Transportation System Management (TSMJ focuses on low cost strategies to enhance operational 
performance of the transportation system. Measures that can optimize performance of the transportation 
system include signal improvements, intersection channelization, access management (noted in prior 
section), HOV lanes, ramp metering, rapid incident response, and programs that smooth transit 
operation. The most significant measure that can provide tangible benefits to the traveling public is 
traffic signal coordination and systems. This was the highest ranking strategy from the Traffic 
Commission. While Beaverton has had success in coordinating traffic signals (Beaverton Hillsdale 
Highway), there are still areas for improvement. Traffic signal system improvements can reduce the 
number of stops by 35 percent, delay by 20 to 30 percent, he1 consumption by 12.5 percent and 
emissions by 10 percent20. This can be done without the major cost of roadway widening. 

20 Portland Regionwide Advanced Trafic Management System Plan. ODOT, by DKS Associates, October 1993. 
'.% 
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The City of Beaverton Traffic Commission and the public ranked key TSMATS strategies, as noted 
below: 

Enhance traffic signal systems (areawide control, new technology model 2070 traffic 
signal controllers, etc.) 
Signal coordination for arterial system 
Bus queue jump lanes 
Transit priority signal systems 
Ramp metering 
High Occupancy Vehicle (HOV) lanes 
One-way streets 
Enhance detection system (video, etc.) 

Several of the strategies were elements of an Intelligent Transportation System (ITS) plan being 
implemented regionally by ODOT and participating agencies. ITS focuses on a coordinated, systematic 
approach toward managing the region’s transportation multi-modal infrastructure. ITS is the application 
of new technologies with proven management techniques to reduce congestion, increase safety, reduce 
fuel consumption and improve air quality. One element of ITS is Advanced Traffic Management 
Systems (ATMS). ATMS collects, processes and disseminates real-time data on congestion alerting 
travelers and operating agencies, allowing them to make better transportation decisions. Examples of 
future ITS applications include routine measures such as “smart” ramp meters, automated vehicle 
performance (tested recently in San Diego), improved traffic signal systems, improved transit priority 
options and better trip information prior to making a vehicle trip (condition of roads - weather or 
congestion, alternative mode options - a current “real time” schedule status, availability/pricing of retail 
goods). Some of this information will be produced by Beaverton, but most will be developed by ODOT 
or other ITS partners (private and public). The information will be available to drivers in vehicles, 
people at home, at work, at events or shopping. The Portland region is just starting to implement ITS 
and the City of Portland and ODOT have already developed their own ITS strategic plan. 

One of the transportation system management measures that will have greater impact on peak period 
travel in the future is ramp metering of US 26 and ORE 21 7. ODOT has been ramp metering freeway 
ramps for these facilities since the early 1990s. This measure has been used to manage overall traffk 
flow on the freeways and to provide more uniform merge rates at the ramp terminaIs (to improve 
safety). The net result of this operation is that vehicles are stored on the freeway on-ramps. While at 
the initiation of ramp metering vehicle queues could easily be accommodated on the ramps, recently 
ramps such as the Cornell Road (eastbound) and Beaverton Hillsdale Highway (southbound) ramps 
have queues reaching back to the arterials. The existing two lane ramp design has been used on each 
ramp. However, in the future, it may be necessary to consider greater storage areas and other 
management techniques to effectively manage the freeway flows with ramp metering while not 
impacting arterial operation by having queues to spill back onto the adjacent streets. The City should 
work with Washington County and ODOT (particularly as US 26 and O E  217 are widened and 
reconstructed) to develop strategies that seek to reduce the impact of ramp metering on adjacent 
arterial operation. Measures such as added ramp storage, ITS strategies including “smart HOV 
bypasses” (similar to the Cornell Road ramp), end of queue detection and added arterial turn lane 
storage approaching ramps should be considered. 
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As a recommendation of this plan, Beaverton should pursue development of a strategic plan for ITS to 
proactively identify opportunities to improve system performance and operation. A signal optimization 
program should be developed city wide for all arterials and collectors. The City should work with 
ODOT to develop strategies for smart ramp meters. 

TRUCKS 

Efficient truck movement plays a vital role in the economical movement of raw materials and 
finished products. The establishment of through truck routes provides for this efficient movement 
while at the same time maintaining neighborhood livability, public safety and minimizing 
maintenance costs of the roadway system. To accomplish this, a map of through truck routes in 
Beaverton has been developed (Figure 8-30). This is aimed at addressing the through movement of 
trucks, not the local deliveries. The objective of this route designation is to allow these routes to 
focus on design criteria that is “truck friendly”, i.e., 12 foot travel lanes, longer access spacing, 35 
foot (or larger) curb returns and pavement design that accommodates a larger share of trucks. 
Because these routes are through and relate to regional movement, the Metro regional freight system 
was reviewed. The Draft Regional Transportation Plan21 includes the following routes in the regional 
freight system in Beaverton, which are consistent with the city map: 

Sunset Highway ( U S  26) Main Roadway Route 
Highway 217 (ORE 217) Main Roadway Route 
TV Highway (west of ORE 2 17) Road Connector 
Farmington Road (between ORE 2 17 and Cedar Hills Blvd) Road Connector 
Murray Boulevard (north of TV Highway) Road Connector 
158th Avenue (between Cornell Road and Jenkins Road) Road Connector 
Jenkins Road (between 158th Avenue and Murray) Road Connector 
Hwy 2 17 ramps at Allen, Denney, Hall, Scholls Ferry Road Connector 

CRITERIA 

Beaverton’s Traffic Commission, Technical Advisory Committee and the public created a set of goals 
and policies to guide trucks and goods movement in Beaverton (see Chapter 2). Several of these policies 
pertain specifically to trucks. These goals and policies are the criteria that all truck related improvements 
or changes in Beaverton should be measured against to determine if they conform to the intended vision 
of the City. 

Drafi Regional Transportation Plan, Metro, Draft 2.1, March 22, 1997. 
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Goal 3, Policv 8: Maintain access management standards for arterial and collector roadways 
consistent with City, County and State requirements to reduce conflicts between vehicles and trucks, 
as well as conflicts between vehicles and pedestrians. 

Goal 6, Policy 1: Designated arterial routes and freeway access areas in Beaverton are essential for 
efficient movement of goods; design these facilities and adjacent land uses to reflect the needs of 
goods movement. 

Goal 6, Policy 5: Provide safe routing of hazardous materials consistent with federal guidelines and 
provide for public involvement in the process. 

STRATEGIES 

Several strategies were evaluated by the Traffic Cornmission, Technical Advisory Committee and public 
for future trucWfreight related projects in Beaverton. These strategies are aimed at providing the City 
with priorities to direct its funds toward truck related projects that meet the goals and policies of the 
City: 

Strategy 1 - “Allow trucks to use all streets in Beaverton for through movement and design streets 
accordingly” 

This strategy did not receive any points by the Traffic Commission or public. 

Strategy 2 - “Designate through goods movement and service routes only to arterials” 

This strategy focuses trucking activity in Beaverton on the arterial roadways only. 

Strategy 3 - ”Designate through goods movement as a sub-set of arterials and design to 
accommodate trucks” 

This strategy focuses trucking activity in Beaverton on specified arterial roadways with design 
accommodations. This was the highest ranking strategy by the Traffic Commission and public 
participants. 

Strategy 4 - “Strategy 3 without design accommodations for trucks” 

This strategy focuses trucking activity in Beaverton on specified arterial roadways without design 
accommodations . This strategy did not receive any points from the Traffic Commission or public. 

Strategy 5 - “Strategy 3 with only a selected sub-set of routes with “truck friendly” design 
accommodations” 

This strategy focuses trucking activity in Beaverton on specified arterial roadways with a selected sub- 
set of routes with “truck friendly” design accommodations. This was the second highest ranking 
strategy by the Traffic Commission and public. 
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The map of truck routes is provided for guidance in designing streets in Beaverton. It is recommended 
that truck movement be given special consideration on these routes. 

~ 
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